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Abstract 
This article outlines a logistics pattern which would work at three urban levels. It emphasizes the societal advantages 
of returning logistics facilities to city centers, and it identifies the required conditions for that. The article uses the 
example of the Ile-de-France Region, which has Paris as its center. It also draws on the case study of Sogaris, a 
logistics real estate developer specializing in urban and metropolitan areas. 
Before achieving a level of technical standardization capable of generating sufficient profitability for innovative 
logistics real estate tools, public funding is necessary. This is particularly true for multi-story buildings, whose urban 
positioning and architectural design will have to be exemplary. Other public policies are also necessary to attract 
logistics back into cities at a logistics cost, not a tertiary service cost.  These policies are land control and land 
holding, especially at multimodal sites; local urban policy and planning, and statutory measures. Public authorities 
should also become actively involved in the creation of waterway and railway optimized services for city delivery. 
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1. Introduction 
Logistics is vital to the life of cities and their residents. It is a major provider of wealth and a source of 
employment [1]; [2]. Large logistics facilities, serving increasingly national and international markets [1], 
have become a crucial element of dynamic metropolitan economies. Indeed, large modern logistics 
facilities and distribution centers tend to concentrate in large metropolitan areas [3]; [4]; [5]. This can be 
explained by the following: “an important local market, proximity to large infrastructure nodes, an 
abundant labor market and dynamic commercial real estate companies” [6] (Savy and Liu, 2009). Yet 
logistics suffers from an image deficit [7]. It undergoes severe land pressure, which pushes it further and 
further away from the heart of the Ile-de-France metropolitan area. Often a nuisance due to trucks and 
small van traffic, with air pollution, greenhouse gas emissions, noise and unsightly buildings, logistics has 
less and less of a place in the heart of cities and tends to go further away in exurban locations. This move 
is called “logistics sprawl” [8]. It is a worldwide phenomenon [4], [9], [10]. 
Logistics sprawl has serious environmental consequences. Increased distances travelled by road means 
increased mileage and additional emissions, as well as growing road congestion, thus inducing a heavy 
cost for the community. Recent research on logistics sprawl and its carbon footprint in Paris [8] has 
contributed to raising awareness of these environmental challenges on the part of the local authorities in 
the Paris region. 
Slowing down logistics sprawl may not be sufficient. In fact it may have to be reversed. How can 
logistics come back into cities? What requirements must be met and what tools are the public authorities 
trying to put in place? Which real estate models are relevant for city logistics in order to meet both the 
requirements of the users and those of the urban areas accepting them? These are questions this article 
attempts to answer. The article is based on the experience of Sogaris and on studies which have been 
conducted by the Ile-de-France Region together with private freight stakeholders since 2008. The Ile-de-
France has spearheaded these studies in order to gain expertise, to build its own city logistics policy and to 
articulate the freight transportation strategy of the regional transportation master plan (PDUIF, or plan de 
déplacements urbains d’Ile-de-France), which is currently being reviewed. 
Ile-de-France, as the other 25 French Regions, is a local elected government. Regions are territorial 
jurisdictions with a statutory competence but no legislative authority. Their field of action is very wide, 
from management of high schools to urban planning to economic development. 
Sogaris is a SAEML, i.e. a company with public and private capital, which is 80% owned by the 
Departements of Paris’s inner suburbs and 20% by private investors (ASPM and property manager Caisse 
d'Epargne). Designer, director and manager of freight terminals, Sogaris specializes in urban logistics and 
has the unique role of managing the facilities created over the long term [11]. 
Part one of this article describes the logistics organization of Ile-de-France and underlines the place of 
industrial real estate tools for city logistics in the regional logistics pattern. Part two refers to the land 
policy and financial planning tools, and statutory measures designed to facilitate the emergence of quality 
city logistics projects. Part three deals with urban insertion of logistics sites, which is the key element for 
a way back to cities for logistics. Actually, cities should welcome only exemplary logistics operations, 
which use less noisy and polluting vehicles, and which can demonstrate high environmental efficiency. 
Furthermore, they require state of the art urban architecture. All of this is also needs to be kept at a 
logistics cost, not at a regular office space real estate cost. The equation is difficult to solve. 
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2. The Ile-de-France regional logistics pattern: enticing logistics back to cities in order to reverse 
logistics sprawl 
The Ile-de-France Region, including Paris, has 11 million people, representing 19% of France’s 
population. It generates 28% of the national GDP and provides 22% of national employment. It is divided 
into 8 departments (the 101 French departments are local elected governments, their main areas of 
administration are social issues, road infrastructure and management, and junior high schools’ 
management) and 1281 municipalities. 
 Fig. 1. Paris and the Ile-de-France Region 
Due to its location at the junction of the European North-South corridor and the axe Seine, and 
considering the importance of its consumer and its economic role, Ile-de-France accounts for an annual 
360 million tons of goods which transit through its 19m2 of warehouses.  One- third of these warehouses 
are located in the urban core [12]. The Region is partially supplied by the Port of Le Havre, which is the 
8th largest container port in Europe.  The Axe Seine is an economic corridor between the port of Le 
Havre, Rouen and Paris. It generates 128 million tons of waterway traffic and provides 140,000 hectares 
of land for logistics and industrial activities. It provides 40,000 direct jobs and 120,000 indirect jobs 
(source CCI Haute Normandie). 
The regional rail network is radial and has Paris as its center. It is sufficiently dense but capacity is 
reduced on several sections. The river network is made up of three rivers, the Seine, the Marne and the 
Oise River, as well as by two canals: the Ourcq and the Saint-Denis. The waterways accommodate a lot of 
traffic, particularly building materials, cereal grains, and municipal and construction waste, but they still 
remain significantly under-used. 
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Similar to the rail network, the road network is marked by a historic convergence towards Paris, even 
though in the last 30 years many large infrastructure projects have by-passed the Ile-de-France. Road-
based transportation services have a net competitive advantage over the other modes of transportation, due 
to their very low cost, their flexibility and the very dense network [13]. 
In this context, road transport represents 90% of the flow of goods in Ile-de-France and nearly 100% of 
last mile deliveries. Some delivery services in the dense urban core are made by bike, and some 
innovative experiments using rail or waterways are being conducted, such as the railroad short line of 
Samada (exclusive logistics provider for Monoprix department stores) or the transport of Vélib (self-
service bike scheme introduced in Paris in 2007) by JC Decaux on the Seine river. These initiatives 
represent a marginal percentage of the total urban goods distribution. 
Road networks are more and more congested, meaning lost time and decreased productivity for 
carriers. As road congestion becomes more and more severe in Ile-de-France, we are observing a new 
interest of shippers, carriers and logistics providers for sites less remote from the heart of the urban core. 
There is also a new interest in non road transport, allowing direct access to Paris and thus avoiding the 
congested areas. 
 
Fig. 2. Multimodal sites in the Ile de France regional master plan of 2008 
(Full squares: existing terminals to be preserved and developed; Empty squares: terminals that should be created; Triangles: stations 
of the express line for freight (in project), named CAREX; In blue: waterway terminal; In green: conventional railway terminal; In 
purple: multimodal terminal; In brown: terminal for the future “Freight Rail Highway” – rapid rail line between Lille and Hendaye 
carrying trucks or trailers (in project)) 
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From the public authorities’ point of view, limiting the growth of road traffic and therefore reducing 
the environmental impact of transport, requires rail and waterway solutions.  However, these solutions are 
only partial, as shown by Guilbault and Gouvernal [14].  What is also needed is a reduction in truck-miles 
and the containment of logistics sprawl. In order to achieve this, necessary measures include developing 
multimodal logistics sites both in the periphery and near or inside Paris, and limiting logistics 
developments along highways (Fig. 2 and Fig. 3). 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Fig. 3. Multimodal sites in the central area of Ile de France 
A more active land policy, which has been absent from the public policy tools for the last decades, can 
help promote these goals. This absence has generated two levels of logistics sprawl: 
x From the urban core towards the suburbs within Ile-de-France 
x From the suburbs within Ile-de-France towards areas outside of the Ile de France’s boundaries (Eure, 
Oise, Yonne....). 
 
In the outer suburbs, the lack of land use control has contributed to a disorganized presence of 
warehouses and logistics terminals, especially in the eastern part of the metropolitan area along the main 
roads such as highways A1 and A86. These logistics facilities have rarely been built near intermodal 
facilities. In the urban core, a lack of planning has contributed to the eviction of logistics activities and the 
abandonment of urban multimodal terminals. Some of these sites have been converted into offices or 
housing projects (ex: Paris Batignolles). 
Actually, logistics is not absent from the urban core. In many municipalities close to Paris, and in some 
Paris districts, one can find many warehouses and logistics facilities spread along roads and generally 
hidden from sight. In one respect, the current supply system of Paris and Ile-de-France is very efficient, 
because it manages to fulfill the logistics needs of the population and the economy. However, it does so at 
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a high environmental cost. This is true because many truck-miles have been added to the regional road 
network due to logistics sprawl and generally scattered freight facilities. 
Faced with environmental issues, the Ile-de-France Region has recently discussed the need for a 
regional logistics plan, within which the urban core plays a major role. The aim of the regional authorities 
is to facilitate the implementation of a dense network of urban distribution terminals with good 
connections to remote terminals.  Ideally, this would be by waterway or railway and by appropriate clean 
vehicles for last mile deliveries. The Region acts in conformance with a metropolitan-wide strategy 
transcending local interests. This policy considers air quality, economic development and regional 
planning. 
This is the reason why the current version (February 2011) of the projected regional Transportation 
Master Plan (PDUIF) includes a map of the multimodal non mutable sites (Fig. 4). Each site has been 
specifically studied. 
 
Fig. 4. Multimodal non mutable sites in the regional Transportation Master Plan (PDUIF) 
(In purple: main railway sites; In grey: other railway sites; In blue: waterway sites; In yellow: city logistics sites) 
 
Five categories of terminals can be identified in the regional logistics pattern, each one requiring ad 
hoc land policies, namely: 
x Level 1. Large existing or projected peripheral multimodal terminals, such as Val Bréon, Achères, and 
Montereau, 
x Level 2. Medium-sized peripheral road terminals, often located within logistics parks, such as the Parc 
des Chatereines at Villeneuve-la-Garenne, but also warehouses spread along main highways, in 
accordance with basic land opportunities. 
x Level 3. Urban gateways, illustrated by sites like the Rungis Sogaris park or Garonor, both located 
between 5 and 10 km from the Louvre (meaning the very center of Paris). 
x Level 4. Urban terminals, inside Paris or adjoining the circular beltway (boulevard périphérique). 
These consist of buildings from 7 000 to 20 000 m ² of (net) floor area built on 10 000 to 30 000 m ² 
total surface area. 
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x Level 5. Last mile delivery terminals, which are spaces between 500 and 5 000 m ² located on the 
ground floor of buildings or underground, following the Paris urban logistics terminals: Concorde, 
Saint-Germain l’Auxerrois, Saint-Germain-des-Près, and Porte d’Orléans. 
 
City logistics belong to the last three levels of terminals presented above. The example of Sogaris well 
illustrates what the new regional guidelines try to accomplish. The example also shows the challenges and 
difficulties associated with introducing new concepts in urban logistics real estate. It is believed that the 
current incremental process of ‘trial and error’ on the technical, political and financial levels, will help the 
region’s stakeholders eventually find the right conditions for urban logistics developments. 
There is strong resistance to new logistics developments in dense areas of Paris. Progress over the 
coming years will be decisive. If the Region together with local governments manage to implement a set 
of measures including land policy, financial actions, and statutes to reorganize logistics land uses, it could 
avoid in the future what has been happening in the recent past: logistics sites mutating towards other 
functions (offices, shops...) and the logistics definitively pushed out of the urban core. 
3. Tools for a better management of logistics land uses 
The following developments have benefitted from Husson [15], Pineau et al. [16] and Deroche [17]. 
Examples of four of the five levels of the regional logistics pattern shown above can actually be found 
in Ile-de-France. However, there is no example for level 4, the “urban terminals.” For level 5 “last mile 
delivery terminals”, the challenge today is to constitute a dense and well-balanced network. For level 3 
(“urban gateways”) the challenge is to consolidate and to maintain existing sites such as Rungis or 
Garonor which are under threat if urban growth continues over the next few decades. 
Regarding level 4 (“urban terminals”), the Region’s objective is to help overcome the resistance to this 
type of real estate, through an adequate land policy, financial actions and appropriate statutes. The Region 
believes that successful experiments will persuade both public authorities and investors to invest in more 
terminals. 
3.1. Sophisticated, therefore expensive, logistics buildings for the “urban terminal” level of the regional 
logistics pattern 
Due to its low status and poor image, logistics cannot afford to pay as high a price for land as is paid 
for residential or commercial office real estate. Logistics activity needs to use land parsimoniously and 
find efficient solutions for flow management and for collaborative work.  Sogaris’ "logistics hotel" 
provides an attractive solution for the “urban terminal” level provided some conditions are met. 
For buildings of several thousands to tens of thousands of square meters, reducing land consumption 
by building multi-story structures greatly increases construction costs. This is due to technical elements 
such as firebreak walls or strengthened floors capable of withstanding important loads. We need to add 
the architectural and technical requirements which are inescapable conditions set by the local authorities 
before accepting these buildings. 
The low profitability of logistics activities together with the high costs of construction and land, 
challenge the economic viability of city logistics real estate. Consequently, investors are not very 
enthusiastic about launching such risky projects. Decision making is also slowed down by a lack of 
available data about operating costs Actual operating costs can only be known precisely after the site has 
been built and has been operated for a few months. And when actors such as Sogaris try to get information 
on this market, looking for output rates over the long term, local authorities are very reluctant. Sogaris is 
now willing to finance several operations of varying sizes. Yet it is encountering many difficulties in 
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promoting its concept of “logistics hotel,“ whether on a Parisian site or in adjacent municipalities, near the 
“ boulevard périphérique”. 
Today, three different concepts of buildings for city logistics coexist, and Ile-de-France public 
authorities wonder if they all are relevant. 
x The traditional thinking of practitioners, that logistics can only take place on one level excluding multi 
story buildings. 
x The concept of multi-story real estate (Fig. 5 and Fig. 6), which vertically mixes more than one urban 
function, such as the Sogaris’ “ logistics hotel.”  This idea bets on a balance between city logistics and 
other more profitable functions, especially professional office space. This also includes public 
facilities, shops and other small businesses. This concept requires a partial revision of the Land Use 
Master Plan, which preserves some plots of land for logistics (see Fig. 5 below), but does not allow 
mixing logistics with other urban functions. The square meters dedicated to office use are limited to the 
amount permitting a balanced operation, and their use is more or less related to logistics. 
x The concept of exclusive logistics multi-story developments (Fig. 5), which horizontally mix urban 
functions on a plot of land but not in the same building. 
 
The Ile de-France Region is currently studying the feasibility of the last two concepts through detailed 
assessment studies. For that purpose, it has co-financed with Sogaris, the preliminary studies for the 
construction of a logistics hotel. This plan would include offices, crafts shops and other small businesses, 
public facilities, other services and even a restaurant. Two modules are studied by Sogaris, on 10 000 m ² 
and 40 000 m ² of land respectively. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Fig. 5. Integrating a logistics building in an urban environment (Source: [16]) 
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Fig. 6. Project for a ‘logistics hotel’ in Brussels (source: Sogaris) 
Ile-de-France has also recently ordered a study on the cost benefit of a multi story building which 
would be used exclusively for logistics, in order to deduct the acceptable real estate price for a well 
balanced operation. The SCET is the author of this study, along with an investor (Proudreed), a building 
constructor (GAE) and a logistics services supplier (DHL). The study concludes that city logistics can 
produce revenue for the land owner of at least 300 euro/ m² floor area and 220/m² land area, based on 80-
euro rent / m ² / year. These calculations are presently conservative, in order to take into account future 
uncertainties. It is probable that these calculations can be optimized, as it is very likely that some users are 
capable of paying, for a Parisian location, higher rents, such as 100 to 120 euro / m ² / year. The studied 
module is a parcel transport cross dock terminal on three levels of 3,500 m ² each, and on 14,500 m ² of 
land. 
Whether they mix urban functions horizontally or vertically, these real estate concepts are the 
permanent goal and have the constant attention of the public authorities, who insist on using railway or 
waterway for the long haul. If served only by road transport, these facilities may generate local opposition 
from residents, despite any particular care given in the architectural treatment. Besides, multimodality 
would allow to see through to the finish the concept of “sharing” applicable real estate tools: upstream 
consolidation, building sharing and downstream consolidation for the last mile delivery. 
Of particular interest for Ile-de-France, potentially, are the construction consolidation centers, 
modelled after London and Stockholm initiatives [18]. In the context of the housing crisis, the Regional 
Master Plan (Schéma Directeur Régional d’Ile-de-France) calls for an additional 60,000 homes every year 
until 2030. This will generate important incoming and outgoing flows of construction materials. 
Optimizing truck mileage for supplying construction sites will be necessary. Another initiative that could 
be adopted in Ile-de-France is the retail goods consolidation centers on a neighborhood or street scale, 
such as Covent Garden and Regent Street in London or the Motomatchi retail neighborhood in 
Yokohama. Municipal delivery ordinances could promote the use of an urban consolidation center (UCC) 
by restricting direct deliveries (deliveries not using the UCC) to specific time windows or requiring clean 
vehicles. 
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3.2. Necessary support from public authorities 
In the current context of Ile-de-France, private enterprise is not willing to implement the real estate 
concepts presented above without the support of public authorities. This support could take several forms: 
1.  Promotion of these projects by the municipalities through the direct control of the land they own, 
or the indirect control over land under their jurisdiction through land use and zoning regulations. 
2. Negotiations with the railroad sector on properties and transportation facilities issues. Many 
existing sites which are potentially well adapted to the development of city logistics projects are the 
property of RFF and SNCF†. Both want to value their properties in the best (financial) way 
possible. Actually, even if city logistics can produce land asset value, it is always competing with 
more valuable activities. Municipalities have to influence the rules of the game, by giving more 
weight to the general public interest. 
3. Land use regulations as well as parking and access rules which promote the cleanest and most 
efficient delivery operations. 
4. Subsidies and public grants to support innovative ideas and initiatives. 
 
Internationally, public support varies according to country and project. Although Transport for London 
participated financially in feasibility studies and investment, London construction consolidation centers 
and Japanese multi-story logistics centers were set up without major public support.  Besides the Paris 
urban logistics terminals [19], a similar consolidation center in Stockholm, as well as most of the urban 
consolidation centers (UCC) in other European locations (Monaco, La Rochelle, Vicenza), benefited from 
public subsidies and favourable access regulations restricting access to the city center [20]. 
In Ile-de-France, the City of Paris has implemented a city logistics policy. Four urban logistics 
terminals opened in underground car parks (Concorde, Saint-Germain l’Auxerrois, Saint-Germain-des-
Près and Porte d’Orléans) and two other projects are under way (Beaugrenelle and Suzanne Lenglen). 
Jurisdiction over land was a key element in making these projects possible, as the City of Paris owns 
many underground car parks. The City was thus able, according to the concession contracts, to allocate 
some of the parking spaces to logistics activities, within the framework of ‘public service concessions’. 
Changing the use of these spaces required modifications to the underground car park safety regulations. 
All of these projects originated from a land opportunity. In cities, logistics cannot afford to choose where 
it locates. It has to conform to what is available. 
Paris also reserved land for multimodal logistics in its land use master plan (plan local d’urbanisme), 
as shown on Fig. 7. 
The City of Paris thus opened the way towards a comprehensive policy taking city logistics into 
account. It could go a step further now, by supporting the introduction of modern and efficient logistics 
buildings such as the ‘logistics hotels’ Sogaris has been promoting. 
Most of the Ile-de-France municipalities other than Paris have little awareness of city logistics, nor the 
necessary financial means to put them into place. The Ile-de-France Region is currently looking at ways 
in which it could help implement public policy tools for a local urban logistics policy aimed at making 
goods deliveries more efficient. A regional action makes sense, both for the development of large 
multimodal sites as identified in the regional Master Plan, as well as for the promotion of more local 
solutions such as the smaller, road based terminals. 
 
 
†
 SNCF (“Société Nationale des Chemins de Fer”) is the national railway company (owned by the state).  RFF (Réseau Ferré de 
France) is the public agency that manages and develops the French national railway infrastructure. The rail freight market in France 
was deregulated in 2006.  
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Fig.7. The 2006 logistics land use map of the city of Paris (Source: City of Paris) 
Regarding multimodal sites, and according to a study commissioned by the Region and made with the 
active participation of real estate practitioners and freight companies (Final report of the consultation 
process with business organizations (2009), a regional policy must aim at: 
x Controlling the land, to offset severe land pressure for other uses, 
x Giving guarantees to investors, specifically during the most risky period of the investment, which is 
the first 18 to 48 months. 
 
This intervention could be extended to other types of logistics projects under certain conditions, such 
as local acceptability of the project, and the project’s value in terms of general interest. 
3.3. Three conditions: Land use, real estate and regulatory framework  
Legislation is currently being discussed at the regional level, which could reinforce the Region’s 
capability in promoting innovative urban logistics developments. A technical proposition, which has not 
yet been validated by the regional elected representatives, addresses two aspects: land control and real 
estate. 
Regarding land use management and control, an executive framework and an agreement between the 
Region and the “Etablissement Public Foncier d’Ile-de-France” (EPFIF), would make it easier to 
influence land use and facilitate the introduction of city logistics schemes into city centers. Under the 
current law, EPFIF manages land for the Region and for the State, for a maximum five year duration, 
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according to agreements between EPFIF and the municipalities. (Municipalities delegate their eminent 
domain rights to EPFIF. When a sale occurs, EPFIF has priority in buying the property). The aim of the 
proposed executive framework and convention would be to integrate a logistics section into the present or 
future exiting agreements between the EPFIF and the municipalities 
At present, these agreements only concern land for residential buildings and, less frequently, for 
commercial buildings for artisans and other small businesses. The action of the Region would tackle the 
appropriate cost of the land, but also the restoration operations (cleanup, demolition...) as well as the re-
housing of the occupants. 
Regarding real estate, an executive framework document committing the Region, alone or with other 
public and private partners, would allow constituting an investment fund aiming at recoverable 
acquisitions of holdings with private investment capital. This fund would be dedicated to the realization of 
renting logistics multi-story buildings inside or near Paris. Operating costs would be offset and the pre-
marketing efforts would be guaranteed. 
It is expected that the resulting increase in profitability brought by such proceedings, together with the 
acceptance of a limited rate of return in the expectation of a healthy operation, would allow these projects 
to get started. When the rate of return became acceptable for private investors, mainly through the 
depreciation of the building and an increase in income from rents over time, the Region would sell its 
shares. 
Any involvement of the Region over land use control and real estate policies would require a specific 
regulatory framework. The regional Transportation Master Plan of Ile-de-France (PDUIF), which is 
currently being reviewed under the auspices of the Region, is an opportunity to be seized. In the current 
version of the text, there is a map and a list of multimodal “not mutable “sites in the metropolitan area’s 
urban core, but also in the suburban areas. The PDUIF legally prevails over local authorities’ planning 
documents (zoning codes and land use plans), which are required to conform to the regional plan within 
three years. 
Nevertheless, the PDUIF cannot identify detailed land uses. Logistics land uses in the regional Master 
Plan may not be easy to define nor to subsequently be enforced. Many other policy areas have shown that 
local land use plans did not pay sufficient attention to the Ile-de- France regional Master Plan [21], so 
expectations cannot be too high in this regard. 
4. High quality design and careful introduction into the urban environment 
Offering affordable land prices for logistics and promoting new development initiatives through public 
support are necessary but not sufficient measures. Another aspect that cannot be ignored is the careful 
introduction of logistics activities into the urban environment. It consists of good building design, but also 
minimal disruption brought by their operations, in particular the generated road traffic. This is now 
generally referred to as “community sensitive design” (CSD). 
Very few well identified logistics buildings can be found in cities today. Logistics activities are kept in 
poorly visible and low value urban spaces. Some examples of very poorly designed logistics buildings 
exist in Paris at the moment. These include the construction materials distribution facility belonging to the 
company Point P, and the warehouses located in the northern part of Paris, on boulevard des Maréchaux. 
These buildings are currently being studied for demolition, and will be replaced by other activities, for 
example those that are part of the Paris North-East urban development project. 
Community sensitive design requires objectively dealing with the noise and other disturbances 
generated by logistics activities, and providing an architectural effort similar to that of offices or housing 
projects. The Region has recently commissioned a study of all the sites it is currently considering for set-
aside measures. 
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A reference table of CSD indicators is in progress. This reference table aims at addressing each of the 
disturbances generated by logistics activities (road traffic, noise, visual intrusion) and also at providing 
solutions for a better acceptance of logistics activities by the surrounding environment. 
Through its innovative programming, the concept of logistics hotels proposed by Sogaris tries to 
respond to the needs of the city and to the needs of the people living in the local neighborhoods. As an 
example, this program responds to the needs for night parking for artisans, for whom it is currently 
difficult to park in Paris, especially in a secured area. 
5. Conclusion 
Regional logistics planning is a new field for local and regional governments [22], [23]. In Ile-de-
France, it has recently gained technical and political importance [24]. The Ile-de-France region has 
concentrated its action on land use and real estate, with an objective of counter-acting logistics sprawl 
phenomena. Enticing logistics facilities into urban environments is a key element of the new strategy. The 
Region has worked with private partners such as Sogaris and has identified five levels of markets for the 
emerging urban logistics real estate, ranging from large multi-story facilities to small-scale urban logistics 
service depots. 
The main obstacle to the emergence of multi-story properties is the local authorities’ requirement that 
they be served by railway or river. In Ile-de-France today, the railroad and river freight transport 
providers are potentially able to provide the urban market with appropriate answers. The maturation of 
these services will be key to the success of an effective return of logistics to the heart of cities. Rail 
freight companies and companies operating on waterways will have to meet these challenges in the years 
to come.   
Without the connection to rail and waterway, logistics will be able to re-enter the city only in the form 
of smaller structures, which can blend into small logistics spaces and modest sized distribution centers. 
Close cooperation with the urban planning authorities, real estate practitioners, market experts and 
practitioners will be an indispensable condition. In addition, inner city real estate projects cannot be 
initiated without an asserted and assumed political will.  
Lessons on the structure of the regional logistics pattern can be learned from metropolitan areas which 
have sizes and urban structures similar to the Paris region: London, or Brussels, for example. Many 
terminals described in this article are well adapted to these metropolitan areas, which have to deal with 
problems of congestion and high population density. For smaller sized metropolitan areas (Lyon, 
Marseille or Bordeaux in France for example), the “urban terminal” level does not seem necessary. The 
role that multimodality plays as a support to the “urban gateways” and “urban terminals” is very 
dependent on the preexistence of rail and river networks, successfully woven into the urban pattern. 
Multimodality also depends on the presence of a railway or waterway entrepreneurship culture and on the 
presence of available multimodal sites.   
The emergence of urban real estate logistics tools described in this article also depends on the 
environment of transport services, on their organization and on their performance. For example, the 
logistics service providers are very different depending upon whether we are talking about France, 
Germany or Japan. The economic feasibility of these logistics tools is also influenced by land costs, and 
in particular by the size of the differential between office space and residential real estate prices on the 
one hand, and logistics land prices on the other hand. The composition of the metropolitan economic 
pattern also has an influence on the urban logistics organizations.  All these elements (level of congestion 
of the infrastructures, size and density of the metropolitan area, presence of rail and river networks, 
environment of transport and logistics services suppliers, land prices, economic patterns), could become 
factors in a model for sizing and locating urban logistics terminals.   
280   Diana Diziain et al. /  Procedia - Social and Behavioral Sciences  39 ( 2012 )  267 – 281 
As for the development of these logistics buildings inside the urban core, acceptability must be verified 
through studies on the architectural quality required by citizens. These studies need to be conducted in 
each country where a logistics development is considered, as citizens’ reactions are quite specific in each 
country.  In France, the required level is particularly high. The experience of Sogaris in Brussels shows 
that this required level is also high in other European cities.   
From the point of view of real estate practitioners, urban logistics buildings will only come into 
standard use when technical standards are established. Standardization should potentially improve 
profitability for the investors. Public authorities have a role to play in the establishment of these technical 
standards. For example, as the Ile-de-France Region has tried to do, they could launch exploratory studies 
which would inform investors on technical and financial aspects. 
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